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Chicego, Rock Island & Pacific
October 2, 10937,
Liberal, Kans.

Rear-end collision

Frcight ¢ freight

Firat 92 : Second 92

5064 } 5030

77 cars, ¢ 52 cars, caboose
caboose

Stending ! 5-6 m.pshe

Tangent; 0.4 percent descending grade.
Clear and dark

7140 p.MMe

5 injured

Failure of Second 92 to approach and
enter vard linlts under proper control;
failure of First 92 to provide flag

protection in yard limits when carrying
PASSENZSr S
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November 10, 1937.

To the Commission:

On October 2, 1937, there wae a rear-ond collision between
two freight trains on the Chicago, Rock Island & Pocific Railway
at Libc¢ral, Kans., which rcasulted in the injury of five live-
stock carctakerses

Location and method of operation

This accident occurred on Subdivision 41 of the Panhandle
Division which extends between Liberal, Kans., and Dalhart,
Texs, a distance of 111.2 mileg. This i1s a single-~track line
over wnhich trains zsre operated by Timetable znd tirein orders,
no form of block-signal system bsing in use. The accident
occurred within yard limits on the main track at a point 2,494
feet east of the wecst yerd-linit board ond 3,876 fcet west of
the west switch leading to the yard. Appronching from the west
the track 1s tengent for several miles to the point of eccident
and for some distance heyond. The grade for east-tound trains
is generally descending for a distance of 6,853 fcet to the
point of accident, the maximum 2zradient Tteing 0.8 percert; at
the point of accident it is 0.4 percent. The maximum gpeed
allowed for freight trains on thig subdivigion ig 485 .ailes per
hours

The weather was clear and it was dark at the time of the
accident, which occurred about 7:40C p.m.

Description

Train First 92, an east-bound second-class freizht train,
consisted of 77 cars and a caboose, hauled by enginc 5064, and
was in charse of Conductor Hiatt ~and Engineman Arford. Thisg
train left Dalhart at 3 p.m., according to the train sheet, 2
hours 10 minutes late, passed Tyrone, Okla., the last open
telcgraph office, 9.8 miles from Liberal, at 7:20 Dsme, 2 hours
7 minutes late, and stopped a2t the weazt switch of Liberal yard
about 7:38 p.m.y while stending there nreparing to head into
the yard the rear end was struck by Train Sccond 92.

Troain Second 62, an east-~bound second-class freight train,
consisted of 52 cars and a caboose, nauled by enginec 5000, and
was in charge of Conductor Storey and Enginemsn Parlkeye. This
Train left Dalhart at 5 p.m., according to the trzin csheet, 4
hours 10 minutes late, passed Tyrone at 7:30 p.m., & hours 17
minutes late, and struck the rear end of Train First 92 while
traveling at a speed estimated to have been 5 or 6 miles per hour.
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The engine of Second 92 telescoped the caboose of First 92,
demolishing it and causing slight damage to the car shead of 1t.
The caboose was derailed and the flange of one vheel of the rear
truck of the resr car was on the bzall of the rail. Engine 5030
sustained only slight damage; the engine truck wheels were raised
about 8 inchee above the rail and the flanges of the driving wheels
on the left cide were on the ball of the rail. The stock care-
takcers injured were in the caboose of First 92.

Summsry of evidence

Conductor Hiztt, of First 92, stated that on approaching
Tyrone he thourht he saw the headlight of Second 92 gbout 6 miles
to the rear. His train passed the order board at Tyrone at
about 7:20 p.m., traveling at a speed of about 40 miles per hour,
and as the cabooge tipped over the hill west of Liberal the speed
wzs 30 or 35 miles per hour and was then graduzally reduced until
they came to a stop. About the time the csboose was at the yard-
Limit board hs finished the delay reports; it was then 7:37 p.m.
About 7:38, or a little later, Flagmsn Spivey descended from the
cupola, saying that he had seen the reflection of a headlight;
the flegman immediately grabbed a fusee and ran out on the back
platform where he lighted 1it, picked up red and white lanterns and
Jumped off, all in the space of a very few secondss Conductor
Hiztt s2id thot the following trzin came down the hill at a high
rte of speed ond was between 1/2 and 3/4 mile distant when the
flagman's signal was answered; realizing that it was getting close,
he called to the caretekers to jump off and he also jumped. He
estimated the speed of the following train to have been about 6
miles per hour at the time of the accident, and he thought his
own train had been standing about 20 scconds when it was strucke
Conductor Hiatt stated that the marker lights were burning properly
at the time of the accident, and that no fusees were thraown off on
approaching Libersl as the view was not obstructed and he thought
that there was plenty of time to clear the main track before the
second section would overtake his train. It was his understand-
ing that under rule 93 it was not necessary to protect against
gsecond, third-class and extrs trains except when carrying pas-
sengers, and he understood also that rule 99 would not apply
within yard limits except when carrying passengerss His train,
however, was carrying passengers.

The statement of Flagman Spivey, of First 92, corroborated
that of the conductor concerning events up to the appearance of
Second 92 at the top of the hill west of Liberals When he reach-
ed the rear platform and 11t a fusee the speed of his train was
about 18 or 20 miles per hour, too fast for him to jump off, but
the speed was reduced rapidly snd when it was sbowt 1C or 12
miles per hour he disuounted. He had been giving stop signals
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before his train stopped and as he struck the ground the engine~
man of the following traln answered his flag, he ran back and was
between 8 and 12 car lengths from the rear of his train when
enclne 5030 passed him. He was unable to estimate the speed of
vhat train, but knew that the =2ir brakes were applied as fire

was Ilying from the driving wheels. He thought the following
trein was about 1% miles distant when he first saw it, and by
the time he hed the fusee lighted the gap between the two trains.
had been cloged considerably so that he thought it best to hold
the fusee rather than take a chance of it being put out by its
impact with the ground. He gtated that it is not customary to
provide flagz protection within yard limits except when trains
are carrylng passsengers. He did not hear the engineman whistle
out a flaz, and would not have heard it as he was busy getting
ready to go back to flag.

Engineman Arford, of First 92, stated that his engine passed
Tyrone Station between 7:19 and 7:20 p.m. On approaching the
yard limit-board at Liberal he applied the air brakes, gradually
reducing the speed of his train and stopping it within 200 feet
of the west switch. Immediately after stopping hs attempted to
relegse the brakes but finding that he was unable to do so he
whistled out a flag and then discovered that the brake pipe wasg
broken and thrt the rear end of his train had been struck by the
following train. He did not think that the speed had been re-
duced sufficiently to permit the flagman to get off safely when
the caboose passed the yard-limit board.

The statements of Firemen Clinkenbeard and Head Brakeman

Shevbert, of First 92, brought out nothing additional of import-
anceas

Engineman Parkey, of Second 92, stated that the air brakes
were tested beforc leaving Dalhart and functioned satisfactorily
en route., Before leaving Dzlhart he agreed with his conductor
Thet they would go to Liberal for west-bound passenger train
No. 43, scheduled to leave that point at 7:45 p.me Engineman
Porkey realized that the time was ghort and that it would prob-
ably be necegsary to exceed the speed restrictions to make 1t
but ke thought that the only place that the speed limit was
exceeded wag going down the Texhoma hill. They approached
Tyrone at 7:26 p.m« and passed the east switch at Stone, 5.8 .
miles from Liberal, at 7:32 p.m.; at both of these places he
received a proceed slgnal from the rear end. Approaching Stone
he consulted with his fireman and head brakeman concerning the
procsibility of reaching Liberzal in time to clear No. 43; the head
brakeman said he thought thcy could make the switch, but the
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firemen protegted on the grounds thet the time was too closce
Enpineman Parkey checked his time frequently after lcaving Stone
and ag he tipped over the hill west of Liberal thc specd was
coout 45 milecs per hour. From this point he sgaw a red light
about 3/4 mile distant and he made a full service application of
the alr brakes and then placed the brake vslve 1n cmergency posi-
tion, but although he did not get the full effect of the emergency
zpnlication the speed had becn reduced to 5 or 6 miles per hour
wnen the collision occurred. His rcason for not making an
cncrgency application immediately wae that he thought there was a
greater distance betieen his cngine and the marker lights of the
caboogs ahead than was actually the case, and, too, he thought
the lights were on the wyc. The fireman gaw the lights about
the time he did. He saw the flagman giving stop signals with a
fusee and he answered ~nen about 15 car lengths from the caboose;
he thought the flagman was about 1/2 pole length from the caboose
vhen the engine passed him. Engineman Parkey was thoroughly
familiar with the rules and realized that he should have entered
the yard 1limits at restricted cpeed.

The statements of Fireman Rich of Second 92 nractically cor-
roborsted those of the engineman. He was on hig seatbox looking
ghead when he first saw what appeared to be a red lantern between
800 and 1,000 feet distant; he then saw a burning fusee but did
not see the marker lights on the caboose until his engine was
less than 800 feet from the rear of the traine. He thought his
train was going to stop before striking the caboose, but the slack
ran in and kept the speed up to 5 or 6 miles per hour at the time
of collisione.

Head Brakeman Becll, of Sscond 92, stated that he knew that
his train should be clear at Liberal at 7:40 p.me but figured that
28 they would reach the west switch at Liberal about 7:39 or 7:40
PeMme he could protect his train against No. 43. He wes zetting
hig flzgzing equipment ready when he heard the heavy epplication
of the air brakcs, and ssensing that something was wrong he looked
ahead and saw a red fusee and two marker lights beyond it, but was
unavle to tell the dictance betireen the fusee and lights as the
fugsec blinded him. He thought his train was about 35 or 40 car
leangths from the lights when he first saw theme. He jumped off on
the right side of the cengine whon it vas within 10 fect of the
flagmen, but was unable to say how far back the flagman was from
the caboose at that timec. Head Brakeman Bell further stated that
it i1s necessary to excced the meximum epe=d in order to get over
the road, and it is not uncommnon to make the gind of o run ag on
the day of the accident where thers ore no delays, alihouagh it 1s
not often possihle to go from Dalhart to Liberel in 2 nours 40
minutes. In fact, it is very rarely that they have a chance to
get over the road in that time.
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Conductor Storey, of Second 92, stated that while the maxi-

mum speed of 45 miles per hour was sxcecded at times en route,
ne did not consider it sufficiently excosgive to arouse his con-
CEINe When talking with the engineman at Dalhart relative to
meeting No. 43 at Liberal, he had szid that they would have to
keep going to make it, and these remarks may havs induced the
cngineman to opernte the train at a higher rate of speced than
usuale. A stop was made st Stratford vhere a message was re-
ceived from the dispatcher stating that he would have an operator
on duty at either Optima or Tyrone and this led the conductor to
pelieve thaet the dispatcher was figuring on giving his train
clearing time at Liberal for No. 43, as that vas all they neededs
The next stop was at Goodwell for w ter and o0il which consumed

avout 5 minutec, and the speed was then reduced at only two other
points en route. When they passed Tyrone at 7:27 p.me the train
order board was clear; they parsed the east si'itch at Stone at
7:32 p.m. He decldjd to vroceed to Liberal as he thought they
could make the west switch there by 7:40 pems, which would give
the head brakeman 5 minutes to protect against Nos. 43. They went
over the crogsing just west of the top of the hill at 7:36 p.m.

He felt a scrvice application of the sir brakecs about the time the

caboose tipped over the hill and the train stopped shortly
thereaftcr.

Agent-Operator Lindsey, at Tyrone, stated th2t his regular
hours of duty are from 8:30 a.m. to 5:30 p.m., but on the day
Oof the accident the dispatcher instructed him to reiturn to duty
and work from 7 to 9:30 pe.m.; this, he learned later, was for
the purpose of helping First and Second 92 agsinst Nose 43 and
Se¢ Train ordsr 54 requlring No. 43 to wzait asv Liberal until

7155 peme for First 92 was made complete at 7:11 pem, and deliver-

ed to the crcw of First 92 as it pasced at a speed of about 15
miles per hour. When about half of the train had passed 1t was
7:19:30 peme and as his watch was 30 seconds slower than the
station clock he reported it by at 7:20 p.ms The dispatcher then
adked him if he could see Sscond 92, and he ansvered that he
could see the headlight which oppeared to be 2t hooker. The dis-
patcher then started to put out train order 59 requiring No.43

to wait 2t Stone until 8:01 p.m. for Second 92, but before 1t was
completed the dispatcher discussed vith the operator at Liberal
the advisability of moving Sccond 92 into Libcrcl for No. 435,

At about 7:28 while they were still discussing the matter, Opera-
tor Lindsey heard the whistle of Sccend 92, ancd without looking
up broke into the conversstion between the dispatcher and the
operator at Liberal and told the dispstcher thst Second 97 was
coming. The dispatcher repliced that 1t was 211 right to clear
them, that they could go to Stone. Opcrator Lindscy cleared
the train order board at 7:30 p.m. and by 7:31 p.me the caboose
of BSecond 92 had passed, and he reported this train by at 7:30
pems He estimated the speed of this train at acbout 60 miles per
hour, and stated that the average speed of frsight trains pass-
ing Tyrone i1s between 45 and D0 milcs per houre
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Dispatcher Farrell stated thet when he asked the operator
at Tyrone about Second 22, the operator szid they were just out
of Honker and would not be at Tyrone by 7:30; about this Time
he glanced at his watch and it was 7:28 p.m. He then told the
operatorgs at Liberal and Tyrone %o destroy train order 59, as
he figured Second 92 would go to Stone for No. 43+ The operator
at Tyrone reported First 92 by at 7:20 p.me. and Sccond 92 at
7:30 p.m. After the accident, the dispatcher checked the time
of his clock with the clock at Tyrone and found that the clock
alt Tyrone was 30 geconds slower than the clock in his offilce.
Digpatcher Farrell further stated that he was not certain that
trains were being cspaced 10 minutes apart.

Discussion

Rule 93 provides in part that unless the main track is
seen or known to be clear, second and third class and extra
trains must move within yard limite at restricted speed. In
case of collision, responsibility rests vith moving train or
engine. Trains carrying passengers must be protected at all
times. The evidence indicates that in endeavoring to clear
No. 43, a west-bound passenger trailn, at Liberzl Sccond 92 was
being operated at a high rate of speed approaching the yard
limits 2% that point. When the rear end of First 92 was first
seen about 3/4 mile distant, the engineman made only a full
service application of the air brakes as he micjudged the dig~
tance and thought the lights were on another track, so that
when he did place the brake valve in emergency position he was
unable to get the cmergency effect. The crew was fully aware
that their time was too short to reach Liberal and properly
clear for No. 43 which was scheduled to leave there at 7145
Pe.m., but they figured that they could make the west switch by
7:40 pems, and would then have 5 minutes to protect against the
passenger train.

According to the train sheet, Second 92 passed Tyrone at
7:30 peme, vhich would give that train only 10 minutes to travel
the 9.5 miles to the switch at Liberal, and the Tyrone operator
stated that the train passed there at a speed of about 60 miles
per hour. The members of the crew of Second 92, howcver, stated
their train passed Tyrone at 7:27 p.m. and Stone, 4 miles beyond,
at 7:32 p.m. Regardless of this discrepancy in times there 1is
no doubt that the train was being opersted at a high rate of
speed and the fact that only 2 hours 40 minutes was used 1in
traveling the 111 miles betwesn Dalhart and Liberal indicates
o, probability that the maximum speed 1limit of 45 miles per hour
was materially exceeded en route.

Train First 92 was carrying passengers and it was the duty
of Flagman Spivey to provide adequate protection even though his
train was within yard limits. He was aware that a second sec-
tion was following his train, yet he made no preparation to
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protect it until the headllicht of the apnroaching train sppeared
2t thne gumnit of the hill to the rear, st which time he was in
the cupola. He then lighted 2 fusee and was not oble to get

beck nore than 8 to 12 car lengths from the rear of his traln
before the epproaching cngine pasced hime The conductor aleso .
friled in his duty in not gecing that the flsgman provided the
proper rear end protection, The first varning recelved by
cngine crew of Sccond 92 was vhen the markers or red lantern on
the rear of the train came into view, znd had s fusee been dis=~
played vrior to that time it is poscible that the engineman could
heve brought his traln to 2 stop hefore the accident occurred,

as the spe=d had besn recduced to 5 or 6 miles per hour at the
fime of the ccllision.

The officlals of this railroad advige that automatic block
signals have been authorized between Pratt, Kanse, and Tucumcaril,
Ne Me, vhich includes the territory in which the accident
occurred, and the work of i1astaliing thesge signals will soon be
in progress.

Conclusion
This accident was caused by the faiJure of Szcond 92 to
be operated under proper control when approaching ond entering
verd limits; a contributing cavse was the failurs of First 92 to
provide sdequrte flag prctection within yard 1imits waen carry-
ing passengerse
Regpectfully svbmitted,
W. J. PATTERSON,

Director.
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